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2338085 

AIR CONTROL SYSTEM 

The present mention relatM tQ ^ ^ 
' or internal combustion engines. 
5 internal combustion engines use fuel injectors to 

precisely control the amount of fuel inducted into the 

cine . cylinders. Also, fuel injectors atomic the liguid 
fuei, increasing the homogeneity of the air and fuel 

10 Mr aSSiSt ln3eCt ° rS are devlces th « airflow 

L l n d eT T at0mlZati °" ° £ fUSl " -,i a s 

vl . 3SS1St in3eCt ° rS may bS « «- 

vehicles where additional fuel vaporization can promote 

better combustion and iower reguiated emissions. Further 
the air flowing through the air assist injector can be 
» controlled to ma.imire the benefit as a function of engine 
operating conditions. engine 

a'omi^t- eXa, ° Ple ' at l0 " e " 9inS temperature, fuel 

r a ' M Ca " be * controlling a flow valve to 

2 » drouth ft 1 " ° Pen ' therebV aUO " in5 * 

assist a " aSS1St inJeCt ° rS - °" the ° th « ha " d < 

assist injector airflow can be restricted by controlling the 

low valve to be substantially closed as the temperature 

a": r„ 9 r vent overrun ° in ' ° f ^ 

2S hat the f 7 C0 ^ ined " lth Pr - i0 - 1* 
that the flow valve can be controlled to open proportionally 

to an engine load, thereby allowing an increasing airflow 

tl arthTdl 551 ". 1 " 36 "^ " M9l " e ^ "«~«" to 
counteract the decreasing pressure ratio caused by 

increasing manifold pressure -> 
30 U.S. Patent 5,460,148 SyStem iS diSCl ° Sed in 

The inventor herein has recognized numerous 
^vantages with the above approaches. Tor example, when 

th ough the air assist injectors will not be maximized 
55 because the flow valve will b*> ^rt^n 

- ir «« t Partially restricting the 

airflow to the air assist injectors. This is due to the 
valve being open proportionally to engine load. In other 
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words, at mid-load, the valve is not fully open. Further, 
when the engine is started at a warm temperature, the flow 
valve will be restricting the airflow, thus preventing 
optimal atomization of the injected fuel, which can cause 
5 less than optimal emission control. Another disadvantage is 
related to the reliance on the operating temperature of the 
engine. For example, as an engine ages, less torque, and 
thus less air, may be required to maintain a given speed at 
a given temperature due to decreased friction. Thus, if 

10 temperature alone is used, the engine may develop an 

overrunning condition due to excess air flowing through the 
air assist injectors, which is utilized in combustion. 

The present invention provides an air control method 
for an internal combustion engine, the engine having a first 

15 airflow control valve and air assist injectors. The method 
comprises the steps of calculating a minimum total required 
airflow based on engine operating conditions, controlling 
the first airflow control valve to regulate a first quantity 
of airflow through the engine, and controlling a second 

20 quantity of airflow through the air assist injectors such 
that said first quantity of airflow is greater than a 
predetermined value with said predetermined value being 
defined as a difference between said total required airflow 
and said first quantity, thereby allowing said first airflow 

25 control valve to maintain primary control of the engine. 

The first airflow control valve is responsible for the 
instantaneous control of the engine. The second airflow 
control valve is responsible for providing a gradual 
adjustment of the airflow through the air assist injectors. 

30 By controlling the second airflow control valve such that 

the first airflow control valve is never fully closed, it is 
always possible to reject disturbances. This is 
particularly true when the first airflow control valve has a 
faster response and higher accuracy than the second airflow 

35 control valve. Also, this arrangement allows the second 
airflow control valve to maximize the air assist injector 



20 



airflow while maintaining the first airflow control valve's 
ability to reject disturbances. 

An advantage of the above aspect of the invention is 
that overrunning of the engine speed is avoided. 
5 Another advantage of the above aspect of the invention 

is that the fuel atomization is maximized. 

Yet another advantage of the above aspect o* the 
invention is that regulated emissions are minimized. 

' The invention will now be described, by way of example, 

with reference to the accompanying drawings, in which - 

Figure 1 is a block diagram of an engine incorporating 
air assist injectors according to the present invention; 

Figures 2A, 2B, 3, 4 and 5 are flow charts of various 
operations performed by a portion of the embodiment shown 
in Figure 1; and 

Figures 6-7 are examples of operation according to the 
present invention. 

Internal combustion engine 10 comprising a plurality of 
cylinders, one cylinder of which is shown in Figure 1 is 
controlled by electronic engine controller 12. Engine 10 
includes combustion chamber 30 and cylinder walls 32 with 
Piston 36 positioned therein and connected to crankshaft 40 
Combustion chamber 30 is shown communicating with intake 
manifold 44 and exhaust manifold 48 via respective intake 
, valve 52 and exhaust valve 54. intake manifold 44 is shown 
communicating with throttle body 58 via throttle plate 62 
Primary air control is governed by throttle plate 62 
Throttle plate 62 is controlled by an electronic throttle 
controller 63. Throttle position of throttle plate 62 is • 
measured by throttle position sensor 64. Controller 12 
provides signal ETCPOS to electronic throttle controller 63 
so that airflow is inducted into engine 10 around throttle 
plate 62 at a rate proportional to the signal ETCPOS 
intake manifold 44 is also shown having air assist injector 
66 coupled thereto for delivering li qu id fuel in proportion ' 
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to the pulse width of signal fpw from controller 12. Fuel 
is delivered to fuel injector 66 by a conventional fuel 
system including fuel tank 68, fuel pump (not shown), and 
fuel rail 67. 

5 Conventional distributorless ignition system 88 

provides ignition spark to combustion chamber 30 via spark 
plug 92 in response to spark advance signal SA from 
controller 12. 

Catalytic type exhaust gas oxygen sensor 16 is shown 

10 coupled to exhaust manifold 48 upstream of catalytic 

converter 20. Sensor 16 provides signal EGO to controller 
12 which converts signal EGO into a two-state signal. A 
high voltage state of converted signal EGO indicates exhaust 
gases are rich of a desired air/fuel ratio and a low voltage 

15 state of converted signal EGO indicates exhaust gases are 
'. . lean, of the desired air/fuel ratio. Typically, the desired 
air/fuel ratio is selected as stoichiometry which falls 
within the peak efficiency window of catalytic converter 20. 
Bypass passageway 94 is shown coupled between throttle 

20 body 58 and air assist injector 66 via solenoid bypass valve 
97. Controller 12 provides pulse width modulated signal 
AAIDTY to solenoid bypass valve 97 so that airflow is 
inducted into engine 10 at a rate proportional to the duty 
cycle of signal AAIDTY. 

25 Controller 12 is shown in Figure. 1 as a conventional 

microcomputer including: microprocessor unit 102, 
input/output ports 104, read only memory 106, random access 
memory 108, and a conventional data bus. Controller 12 is 
shown receiving various signals from sensors coupled to 

30 engine 10, in addition to those signals previously 

discussed, including: measurements of inducted mass air 
flow (MAF) from mass air flow sensor 110 coupled to throttle 
body 58; engine coolant temperature (ECT) from temperature 
sensor 112 coupled to cooling sleeve 114; intake air 

35 temperature (ACT) from temperature sensor 113 coupled to 
throttle body 58, a profile ignition pickup signal (PIP) 
from Hall effect sensor 118 coupled to crankshaft 40. 
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Referring now to Figures 2, 3, and 4, the subroutines 
executed by controller 12 for controlling engine idle peed 

re now described. Referring first to Figure 2, desir d 
idle speed signal DSDRPM is first calculated as a function 
5 of battery voltage BV, air conditioner enable signal AC 
engine coolant temperature ECT and the neutral or drive' 
.remission signal N/D (step 200,. One of four storage 
rasters ls selected in step 204 as a function of signal 
AC and signal N/D. M „re specifically, the following 

t a„sT S . are . SeleCted: 3 re * iSt « is -1-ted if the 

transmission is not in drive and the air conditioner is on 
a second register i* „ ' 

and th > selected if the air conditioner is off 

and the transmission is in drive; a third register is 

is c„ H C ! ed " tranSmissio " - neutral and the air 

t COTdltl0n « « on; and a fourth register is selected if the 
transmission is in neutral and the air conditioner is off 

208 bv , J P6ed err ° r Si9nal RPMERR 15 "iculated in step' 

I d SUbt H raCti " 9 a " <* -gine speed signal rpm 

from desired idle speed signal DSDRPM. Signal RPMERR A is 
20 also generated which is a m m.. - ls 

with «™„ f . , rolling average of signal RPMERR 

the ^thing. D „ r i„g step 212 , an „ t imate 
the pressure ratio across bypass valve 97 is provided More 

? nai perioai> - isc 1S «^«" «* -iviC 

value FN35, related to the peak air charge at wide open 
" throttle into signal MAF. The resulting guotient is then 
multiplied by the ratio of 29 92 ,„ ha , \ 

10 OI **- 92 to barometric pressure BP. 
If the vehicle has a manual transmission (MT) or an 
automatic transmission which is in neutral (step 16, 

30 as foil fl °" Sl9nal DESfaF -™ P !• generated in s ep 220 
as follows. A function of desired idle speed (DSDRPM) is 

ECT, and time since engine start. On the other hand, if 
the answer to step 216 is negative, signal DESMAF TMP is 

enerated in step 224 as follows. A function of des red 
idle speeo DSDRPM is multiplied by another function o" 
engine coolant temperature (ECT, and the time since sta-t 
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Correction factor DESMAF_LOAD for desired mass air flow 
at various loads is generated during step 226. More 
specifically, signal DESMAF_LOAD is generated by summing 
three estimates of open loop. airflow necessary to idle 
5 engine at a given speed, signal AC_PPM when the air 

conditioner is on, signal PS_PPM when power steering is 
employed, and signal EDF_PPM when a cooling fan is activated 
(step 226). Open loop prediction of desired air flow 
(signal DESMAF__PRE) is generated during step 230 by adding 
ic previously calculated signal DESMAF_TMP and signal DESMAF 
LOAD. 

Open loop prediction of desired air flow (signal DESMAF 
PRE) is corrected by signal TR_DSDRPM which is generated 
from the subroutine described later herein with particular 

15 reference to Figure 4. In general, signal TR_DSDRPM 

provides a correction to the open loop desired air flow and' 
corresponding open loop bypass throttle position of bypass 
valve 97. This correction preventing any initial drop in 
idle speed which would otherwise occur upon commencement of 

20 idle speed control under conditions when ignition timing is 
being retarded for rapid converter warm up. 

Desired mass air flow DESMAF_SS is generated by adding 
signal ISCKAM, a learned adaptive integral term, to signal 
DESMAF_PRE and then dividing the sum by signal TRJDSDRPM. 

25 After TR_DSDRPM is read from the routine described later 

herein with particular reference to Figure 4 (step 242), the 
air assist injector maximization routine is called (step 
250), which calculates the signals ETCPOS and AAIDTY as 
described later herein with particular reference to Figure 

30 3. 

If the rolling average of the engine speed error signal 
( R?MERR__A) is positive (step 260), then integral error term 
IPSIBR is generated as shown in the following equation: 

35 IPSIBR = RPMERR A * DESMAF PRE/DSDRPM * BG TMR/TC OVER 
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where: BGJTMR is the background loop time; and TC OVER 
is a calibratable time constant for overspeed. 

On the other hand, when signal RPMERRA is necative 
the integral error term is calculated by the following 
equation: 



35 



IPSIBR = RPMERR_A * DESMAF_PRE/DSDRPM * BG_TMR/TC UNDER 
where: TC_UNDER is a calibratable time constant tor 
io underspeed. 

When integration term IPSIBR is positive and adaptive 
air flow corrections ISCKAM are less than minimum clip value 
PSIBRN (step 280), air flow corrections ISCKAM and integral 
term IPSIBR are generated by the equations shown in Step 282 
as follows: - 
> . . • . 

ISCKAM = ISCKAM (previous) + STEP 
IPSIBR = IPSIBR (previous) - STEP 
where: STEP is a calibratable step size. 

When integral term IPSIBR is negative and air flow 
correction term ISCKAM is greater than minimum clip PSIBRN 
(step 286), air flow correction terms ISCKAM and integral 
term IPSIBR are generated by the equations shown in Step 288 
as follows: 

ISCKAM = ISCKAM (previous) - STEP 
IPSIBR = IPSIBR (previous) + STEP 

Referring now to Figure 3, according to the present 
invention, a subroutine for controlling the distribution of 
air controlled by throttle plate 62 and bypass valve 97 is 
now described. Maximum airflow possible through the air 
assist flowpath (AAI_MAX_FLW, is calculated from a function 
of PERLOAD.ISC, barometric pressure BP, and ACT (step 310, 
Next, the minimum desired throttle mass flow to maintain an 
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idle speed control range of authority (AAI_MN_TPFLW) for 
electronic throttle controller 63 is calculated as a 
function engine coolant temperature (ECT) (step 312) . The 
range of authority represents the amount of airflow 
5 necessary for the idle speed control system to reject 

disturbances. For example, it is undesirable for throttle 
plate 62 to be completely closed and ail of the air 
necessary to create the desired torque being supplied 
through the air assist injectors. It is undesirable because 

10 if a load is suddenly removed, such as for example the air 
conditioning compressor, the engine will experience a rise 
in engine speed because bypass valve 97 cannot react quick 
enough. In step 314, the desired airflow around throttle 
plate 62 and air assist injector 66 (DESMAF_CNTR) is 

15 calculated by the equation shown in step 314 as follows: 

DESMAF_CNTR = DESMAF_SS - FN8 18 ( PERLOAD_ISC) 
*BP/29.875*FN059(ACT) 

20 where: FN818 (PERLOAD_ISC) is a function of PERLOAD_ISC 

and represents flow leaking into the manifold; and 

FN059(ACT) = square root ( (ACT+460) /560 ). 

25 When, DESMAF_CNTR is greater than AAIJ4NJTPFLW and 

DESMAF_CNTR-AAI_MN_TPFLW is' less than AAI_MAX_FLW, the 
desired air assist airflow (A_DES) is set to DESMAF_CNTR- 
AAI_MN_TPFLW (steps 316 and 318). Otherwise, when 
DESMAF_CNTR is. greater than AAI_MN_TPFLW and DESMAF__CNTR- 

30 AAI_MN_T PFLW is greater than AAI_MAX_FLW, the desired air 
assist airflow (AJDES) is set to AAI_MAX_FLW (steps 320 and 
322) . Otherwise, desired air assist airflow (A_DES) is set 
to zero (step 324 ) . 

Continuing with Figure 3, in step 326, the routine 

35 calculates the amount of air desired around throttle plate 
62 as follows: 
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DEETCMA = DESMAF_SS - A_DES - FN818 (PERLOAD_ISC) 
*BP/29.875*FN059(ACT) 

where: FN818 ( PERLOAD_ISC) is a function of PER10AD l«s C 
. and represents flow leaking into the manifold. 

Next, in step 328, a desired throttle position (ETCPOSJ 
is calculated as a function of the amount of air desired 
around throttle plate 62 (DEETCMA) . The routine then 
calculates the desired air assist injector airflow 
equivalent at standard temperature and pressure 
(AAI_DES_FST) as shown in step 328. Next, this value is 
converted to a duty cycle (AAIDTY) in step 332 as a function 
of the bypass valve versus duty cycle and pressure ratio 
More specifically, signal AAIDTY is generated as a function 
of signals AAI_DES_FST and signal PERL0AD_ISC/ Signal 
PERL0AD_ISC was generated as previously described with 
reference to step 212. Finally, in step 334, AAIDTY is 
clipped to a maximum value of one because it is improper to 
request a duty cycle greater than one hundred percent. 

Referring now to Figure 4, the subroutine for 
generating correction signal TR_DSDRPM to correct open loop 
desired air flow signal DESMAF_PRE and the corresponding 
initial throttle position of bypass throttle valve 96 is now 
described. An absolute limit of ignition timing (signal 
SPK_ABS_LIM) is first selected in step 402 as the minimum 
of: ignition timing at maximum engine torque MBT (signal 
SPK_MBT) , ignition timing associated with borderline knock 
(signal SPK_BDL) ; and ignition timing associated with engine 
misfire (signal SPK_MF) . 

The above generated spark absolute limit (SPK_ABS LIM) 
is then converted to torque ratio TR_ABS by conversion" 
function FN766 during step 406. TR_ABS is the ratio of 
indicated torque at SPK_ABS_LIM to the indicated torque at 
SPK_MBT.m this particular example, conversion function 
FN766 is a table of engine output torque as a function of 
ignition timing. 
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Ignition signal SA_COLD, which is the ignition timing 
retard during engine startup, is converted in step 408 to 
torque ratio TR_FLEX by function FN766. Torque ratio 
TR_FLEX is the flexible torque ratio limit which may be 
5 exceeded if required to maintain engine idle speed. 

Reserved torque ratio TR_RES_BASE, which could correspond to 
a reserve in ignition timing to maintain a desired range of 
authority for engine idle speed control via ignition timing, 
is then generated in step 410 by taking the difference • 

10 between torque ratio TR_ABS and torque ratio TR_FELX. 

During step 412, the correction value associated with 
the torque ratio at desired engine speed (TR_DSDR?M) is 
generated by taking the difference between absolute torque 
ratio TR_ABS and reserve torque ratio TR_RES . 

15 Referring now to Figure 5, the subroutine executed by 

controller 12 for controlling total engine airflow during- 
non-idle conditions are now described. During step 510, a 
driver demand signal (DD) is obtained from, for example, a 
position sensor measuring a driver pedal mounted in the 

20 engine compartment. As would be obvious to one of ordinary 
skill in the art and in view of this disclosure, many other 
methods may be used to infer a driver demand signal. In 
step 512, desired mass air flow (DESMAF_SS) is calculated as 
a function of the driver demand signal (DD) . As is obvious 

25 to one of ordinary skill in the art, DESMAF__SS may also be a 
function of many other signals, such as engine speed, engine 
torque, desired engine torque, and vehicle speed. Finally, 
in step 514, the air assist injector maximization routine is 
called to distribute the required airflow between electronic 

30 throttle controller 63 and bypass valve 97. 

As previously described herein, the air assist 
maximization routine will maintain the air flowing through 
- air assist injectors at a maximum value while still 
maintaining a necessary range of authority of the electronic 

35 throttle controller to reject disturbances and maintain the 
desired idle speed or engine torque. By doing this, optimum 
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fuel atomization may be obtained resulting in minimal 
emissions and reduced engine speed fluctuations. 

Finn-? "°" " Fi9UreS 6 and 111 e«ticular to 

fxgure 6, a plot of an example of operation according to the 

z s :t lnvention shows the totai ^ ^ » *v 

the eng.ne to maintain a constant engine speed during idle 

sh T Unel ' * dOUed Une ° f 'his example 

shows the maximum possible airflow through the air assist 
.Rectors ,M M , uhtch in tMs fix 

A DES lr t\ irfl0tt thr ° U9h thS a " -actors 
i™v J\ ^ a " accesso ^ lo«|. for. example is 

applied to the engine, which causes the engine to require 
more airflow. At time f> f h= „ require 
in f h( . „ , accessory load is removed, 

in this example, the engine operating condition, such as, 
* 0r 6Xample ' coolant temperature, is used to 

nTr, th " the minimum required airn °"- sh °- »w ; ti» 

airflow through the air assist injectors ,AAI MAX FLW) . m 
other words, when this minima required airflow il J Mter 
o than or equal to the maximum possible airflow through the 

air injeCt ° rS ,AAI - ,Mi -™'- the airflow through the 

air assist injects can be set at the maximum value. Thus, 
m this example, the desired airflow through the air assist 

. rtrolT 1f"l ^ C ° Val " a a nd th 

^ " " 1U have 3 ran ^ ° £ authority greater than 

the difference between the total desired airflow and he 
^airflow through the air assist injectors as shown i„ 

Continuing with Figure 7. which shows an example of a 

situation where the maximum possible airflow through the air 

assist injectors (AAI MAX FLW) is greater than t Z 

required airflow for this-operating co^ti ~ 
x m P e, M an en9ine accessory s 

the., reapplied at time t4. Thus, in this example, the 
desired airflow through the air assist injectors A D-S) 
must be set lower than this minimum required ai-flow a"s 
shown in Figure 7 Bv rt^i n „ «■ as 
sure /. By doing this, a situation where the 
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total required airflow drops below the airflow through the 
air assist injectors is avoided. This further avoids a 
situation where throttle controller 63 must completely close 
throttle plate 62 and rely on bypass valve' 97 to maintain 
5 engine idle speed by reducing flow through the air assist 
injectors. 

The two examples in Figures 6 and 7 show. that, by using 
a priori knowledge of the minimum required airflow versus 
engine operating conditions, it is possible to control the 
10 air through the air assist injectors such that throttle 
plate 62 will never be more closed that a predetermined 
value. This allow throttle plate 62 to maintain primary 
control at all times throughout all operating conditions. 
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CLAIMS 
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1. An air control method for an internal combustion 
engine, the engine having a first airflow control valve 
(58,62,63,64 and air assist injectors (66), said method 
comprising: 

calculating a minimum total required airflow based on 
engine operating conditions; 

controlling the first airflow control valve 
(58,62,63,64) to regulate a first quantity of airflow 
through the engine; and 

controlling a second quantity of airflow through the 
air assist injectors (66) such that said first quantity of 
■ airflow is greater than a predetermined value with said 
predetermined value being defined as a difference between 
- said total required airflow and said first quantity, 
thereby allowing said first airflow control valve to 
maintain primary control of the engine. 

20 2. A method as claimed in Claim 1, wherein said steo 

of controlling the first airflow control valve further 
comprises the step of controlling the first airflow control 
valve to regulate said first quantity of airflow in response ■ 
to an engine speed error signal. 
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3. A method as claimed in Claim 1, wherein said step 
of controlling the first airflow control valve further 
comprises the step of controlling the first airflow control 
valve to regulate said first quantity of airflow in response 
to a desired engine torque signal. 

4- A method as claimed in Claim 1, wherein said steo 
of controlling the first airflow control valve further 
comprises the step of controlling the first airflow control 
valve to regulate said first quantity of airflow in response 
to a desired total airflow signal. 
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5. A method as claimed in Claim 1, further comprising 
the step of adjusting said predetermined value in response 
to engine operating conditions . 

5 6. A method as claimed in Claim 1, further comprising 

the step of adjusting said predetermined value in response 
to engine operating temperature. 

7- An air control method for an internal combustion 
10 engine, the engine having a sensor for sensing a speed of 
the engine, a first airflow control valve and air assist 
injectors coupled between the engine and a second airflow 
control valve, said method comprising: 

calculating a minimum total required airflow based on 
■15 ' engine operating conditions; 

controlling the first airflow control valve to regulate 
a first quantity of airflow through the engine; 

controlling the second quantity of airflow through the 
air assist injectors such that the first quantity of 
20 airflow is not less than a predetermined value and a sum 
of said first quantity and said second quantity is equal 
to said total required airflow, thereby allowing the first 
airflow control valve to maintain primary control of the 
engine. 

25 

8. A method as claimed in Claim 7, further comprising 
the step of adjusting said predetermined value in response 
to engine operating conditions. 

30 9 . A method as claimed in Claim 7, further comprising 

the step of adjusting said predetermined value in response 
to engine- operating temperature. 

10. A control system for an internal combustion engine 
35 having air assist injectors (66) comprising: 
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a first airflow control valve (58,62,63,64) for 
controlling a first quantity of airflow entering the 
engine; 

a second airflow control valve (97) for controlling a 
second quantity of airflow passing through the air assist 
injectors (66) and then entering the engine; 

a controller (12) for controlling said first airflow 
control valve to regulate a total quantity of airflow 
through the engine, calculating a range of authority 
necessary for said first airflow control valve to maintain 
idle speed control of the engine, and controlling said 
second airflow control valve to allow said second quantity 
of airflow passing through the air assist injectors (66) 
to be a maximum, but less than a difference between said 
total quantity of airflow and said range of authority. 

11. A system as claimed in Claim 10, wherein said 
controller further calculates said range of authority as a 
function of engine operating conditions. 

12. A system as claimed in Claim 10, wherein said 
controller further calculates said range of authority as a 
function of engine operating temperature. 

25 13. A system as claimed in Claim 10, wherein said 

controller further controls said first airflow control valve 
to regulate said first quantity of airflow in response to an 
engine speed error signal. 
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14. A system as claimed in Claim 10, wherein said 
controller further controls said first airflow control valve 
to regulate said first quantity of airflow in response to a 
desired engine torque signal. 

35 15. A system as claimed in Claim 10, wherein said 

controller further controls said first airflow control valve 
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to regulate said first quantity of airflow in response to a 
desired total airflow signal. 

16. An air control method for an internal combustion 
5 engine substantially as hereinbefore described with 

reference to the accompanying drawings, 

17. An air control system for an internal combustion 
engine substantially as hereinbefore described with 

10 reference to the accompanying drawings. 
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